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SAFETY
Commercial Air Carrier Fatal Accident Rate

Federal Aviation
Administration

FY 2006 Performance Target
“Reduce the commercial air carrier fatal accident rate to 0.018 per 100,000 departures.”
Flight Plan Objective and Performance Target

Objective 1: Reduce the commercial air carrier fatal accident rate.

Performance Target:  Reduce the commercial air carrier fatal accident rate by 80 percent from the 1994-
1996 baseline to a 3-year rolling average rate of 0.010 per 100,000 departures by
FY 2007. Reduce the three-year rolling average fatal accident rate below 0.010 by
FY 2010.

FY 2002 FY 2003 FY 2004 FY 2005 FY 2006
Target 0.038 0.033 0.028 0.023 0.018
Actual 0.026 0.024 0.021" 0.017%
O Revised; # Preliminary estimate

Definition of Measure

Unit of Measure: Rate of fatal accidents per departures.

Computation: A rolling three-year average of the accident rate is used to measure performance
against annual targets. The three-year average is calculated by dividing the number
of accidents for previous 36 months by the number of departures.

. la: (FY1+FY2 +FY3) Fatal Accidents X
ormuia: (FY1+FY2+FY3) Departures 100,000 Departures
Scope of Measure: This measure includes both scheduled and nonscheduled flights of U.S. passenger

and cargo air carriers (14 CFR Part 121) and scheduled flights of regional operators
(14 CFR Part 135). It excludes on-demand (i.e., air taxi) service and general
aviation. Accidents involving passengers, crew, ground personnel, and the
uninvolved public are all included.

Why the FAA Chooses this Measure

The goal to reduce fatal commercial accidents by 80 percent in ten years originated in the final report of the
White House Commission on Aviation Safety and Security issued on February 12, 1997. The National Civil
Aviation Review Commission in its report, Avoiding Aviation Gridlock & Reducing the Accident Rate
(December 1997), ratified this goal. In response to these reports, the FAA initiated a joint government-
industry analysis of causal factors for aviation accidents. The resulting document, Safer Skies — A Focused
Agenda, has formed the basis for joint government-industry efforts to reduce the number of accidents in
both the commercial and general aviation areas.

Source of the Data

The data on commercial and general aviation fatal accidents come from the National Transportation Safety
Board's (NTSB’s) Aviation Accident Database. Aviation accident investigators under the auspices of the
NTSB develop the data. Departure data is submitted by carriers to the Office of Airline Information (OAl)
within the Bureau of Transportation Statistics.

Statistical Issues

Both accidents and departures are censuses, having no sampling error. However, missing data, particularly
in the departure counts, will result in bias to some degree. The fatal accident rate is small and could
significantly fluctuate from year to year due to a single accident. Use of an average over three years
smoothes the fluctuation that may occur in any given year.

The joint government/industry group working on improving the level of safety for U.S. commercial aviation
has determined that the number of departures is a better denominator measure to use for determining
accident rates and the General Accounting Office recommended that FAA use departures.



Completeness

The FAA does comparison checking of the departure data collected by BTS. However, FAA has no
independent data sources against which to validate the numbers submitted to BTS. FAA compares its list of
carriers to the DOT list to validate completeness and places the carriers in the appropriate category (i.e.,
Part 121 or Part 135). Actual departure data for any given period of time is considered preliminary for up to
12 months after the close of the reporting period. This is due to amended reports subsequently filed by the
air carriers. However, the changes to departure data rarely have an effect on the annual fatal accident rate.
NTSB and FAA's Office of Accident Investigation meet regularly to validate the accident count.

To overcome reporting delays of 60 to 90 days, FAA must rely on historical data, partial internal data
sources, and Official Airline Guide (OAG) scheduling information to project at least part of the fiscal year
activity data. FAA uses OAG data until official BTS data is available. The air carrier fatal accident rate is not
considered reliable until BTS provides preliminary numbers. Due to reporting procedures in place, it is
unlikely that calculation of future fiscal year departure data will be markedly improved. Lacking complete
historical data on a monthly basis and independent sources of verification increases the risk of error in the
activity data.

Reliability

Results are considered preliminary based on projected activity data. FAA uses performance data extensively
for program management, personnel evaluation, and accountability. Most accident investigations are a joint
undertaking. NTSB has the statutory responsibility, but, in fact, most of the accident investigations related
to general aviation are conducted by FAA Aviation Safety Inspectors without NTSB direct involvement. FAA's
own accident investigators and other FAA employees participate in all accident investigations led by NTSB
investigators.



SAFETY
General Aviation Fatal Accidents

Federal Aviation
Administration

FY 2006 Performance Target
“Reduce the number of general aviation and nonscheduled Part 135 fatal accidents to 337.”
Flight Plan Objective and Performance Target

Objective 2: Reduce the number of fatal accidents in general aviation.

Performance Target: By FY 2009, reduce the number of general aviation and nonscheduled Part 135 fatal
accidents to no more than 319 (from 385, which represents the average number of
fatal accidents for the baseline period of 1996-1998).

FY 2002 FY 2003 FY 2004 FY 2005 FY 2006
Target 379 374 349 343 337

Actual 348 366" 340 354
ORevised; *Preliminary estimate.

Definition of Measure

Unit of Measure: Total number of fatal general aviation accidents.

Computation: A count of the number of general aviation fatal accidents during the fiscal year. The
first baseline of 379, against which future targets were set, was established based
on data from the years 1996 to 1998. However, due to a switch in NTSB reporting
from calendar to fiscal year and the addition of previously unrecorded fatal
accidents, the baseline has been revised to 385. In FY 2010, the measure will
change to a rate, with the target to be determined.

Formula: N/A

Scope of Measure: This measure includes on-demand (non-scheduled FAR Part 135) and general
aviation flights. General aviation comprises a diverse range of aviation activities,
from single-seat homebuilt aircraft, helicopters, balloons, single and multiple engine
land and seaplanes, to highly sophisticated extended range turbojets.

Why the FAA Chooses this Measure

The FAA and general aviation community developed the general aviation fatal accident goal as an overall
measure of the impact of improved safety. Since it does not use a measure of activity to take into account
changes in activity levels from year to year, the goal reflects a target based on projected growth in general
aviation activity as reported in the FAA’'s annual General Aviation forecasts.

Source of the Data

The data on general aviation fatalities come from the National Transportation Safety Board's Aviation
Accident Database. Aviation accident investigators under the auspices of the National Transportation
Safety Board develop the data.

Statistical Issues

There is no major error in the accident counts. Random variation in air crashes results in a significant
variation in the number of fatal accidents over time.

The FAA would prefer to use a fatal accident rate rather than fatal accidents as the performance measure
because the use of a rate measure would take into account variation in activity levels from year to year.
However, unlike commercial aviation activity that is reported regularly to the Bureau of Transportation
Statistics by the carriers, general aviation flight hours are based on an annual survey conducted by the FAA.
Response to the survey has been voluntary. The accuracy of the flight hours collected is suspect and there
is no readily available way to verify the data. For these reasons, the General Aviation community is
unwilling to use a rate measure until the validity and reliability of the survey data can be assured.



The General Aviation community and the General Aviation Joint Steering Committee of the Safer Skies
initiative recommend development of a data collection program that will yield more accurate and relevant
data on general aviation demographics and utilization. Improved survey and data collection methodologies
have been developed.

As a result of these efforts, the FAA, working with the General Aviation Manufacturers Association, has
made several improvements to the GA Survey. First, the sample size has been significantly increased.
Second, a reporting sheet has been created to make it much easier for organizations with large fleets to
report. Third, the agency worked with the Aircraft Registry to improve the accuracy of contact information.
As a result, a survey was completed in FY2004 that, for the first time, creates a statistically valid report of
general aviation activity that members of the GA community agree on. The next step is to create the
baseline and work with the GA community on a reasonable target for the rate.

Completeness

NTSB and FAA's Office of Accident Investigation meet regularly to validate information on the number of
accidents. Results are considered preliminary. NTSB continues to review accident results from FY 2004 and
FY 2005.

Numbers are final when the NTSB releases its report each March. So for March 2006, FY2004 accident
numbers will be finalized. However, the number is not likely to significantly change from the end of each
fiscal year to when the rate is finalized.

Reliability

FAA uses performance data extensively for program management and personnel evaluation and
accountability. Most accident investigations are a joint undertaking. NTSB has the statutory responsibility,
but, in fact, most of the accident investigations related to general aviation are conducted by FAA Aviation
Safety Inspectors without NTSB direct involvement. FAA’s own accident investigators and other FAA
employees participate in all accident investigations led by NTSB investigators.



SAFETY
Alaska Accidents

Federal Aviation
Administration

FY 2006 Performance Target
“Reduce accidents in Alaska for general aviation and all part 135 operations to no more than 115 per year.”
Flight Plan Objective and Performance Target

Objective 2: Reduce the number of fatal accidents in general aviation.

Performance Target: By FY 2009, reduce accidents in Alaska for general aviation and all Part 135
operations from the 2000-2002 average of 130 accidents per year to no more than
99 accidents per year.

FY 2002 FY 2003 FY 2004 FY 2005 FY 2006
Target N/A N/A 125 120 115
Actual N/A N/A 99* 128*
* Preliminary estimate

Definition of Measure

Unit of Measure: The total number of Part 135 and general aviation accidents in Alaska.

A count of the number of general aviation accidents in Alaska during the fiscal year.
In FY 2010, the measure will change to a rate. (Target for FY 2010 TBD.)

Formula: N/A

Scope of Measure: This measure includes scheduled and non-scheduled FAR Part 135, as well as
general aviation flights. This is not a sub-measure of the Reduce General Aviation
Fatal Accidents performance target. This measure includes both fatal and non-fatal
accidents. Flight operations in Alaska are diverse and they are responsive to the
State’s challenging aviation environment and its unique air transportation
requirements. The Part 135 operations in Alaska are dominated by single-engine
airplanes powered by a reciprocating engine, operated under visual flight rules
(VFR), and crewed by one pilot. Operating in rough terrain, adverse weather, and
in areas of extreme isolation increase the risks to safe flight operations. The
General Aviation operators often use the same types of single-engine airplanes and
cope with the same environmental factors as the Part 135 operators.

Why the FAA Chooses this Measure
Alaska relies heavily on air transportation in a difficult operating environment. This has led to an

unacceptably high accident rate. Reducing accidents in Alaska will have an outsized effect on reducing Part
135 and general aviation accidents system-wide.

Computation:

Source of the Data

The data on Part 135 and general aviation accidents come from the National Transportation Safety Board'’s
(NTSB'’s) Aviation Accident Database. Aviation accident investigators under the auspices of the NTSB
develop the data.

Statistical Issues

There is no major error in the accident counts. Random variation in air crashes results in a significant
variation in the number of fatal accidents over time. The FAA would prefer to use a fatal accident rate rather
than fatal accidents as the performance measure because the use of a rate measure would take into
account variation in activity levels from year to year. However, unlike commercial aviation activity that is
reported regularly to the Bureau of Transportation Statistics by the carriers, general aviation flight hours are
based on an annual survey conducted by the FAA.



Response to the survey has been voluntary. The accuracy of the flight hours collected is suspect and there
is no readily available way to verify the data. For these reasons, the General Aviation community is
unwilling to use a rate measure until the validity and reliability of the survey data can be assured.

The General Aviation community and the General Aviation Joint Steering Committee of the Safer Skies
initiative recommend development of a data collection program that will yield more accurate and relevant
data on general aviation demographics and utilization. Improved survey and data collection methodologies
have been developed.

As a result of these efforts, the FAA, working with the General Aviation Manufacturers Association, has
made several improvements to the GA Survey. First, the sample size has been significantly increased.
Second, a reporting sheet has been created to make it much easier for organizations with large fleets to
report. Third, the agency worked with the Aircraft Registry to improve the accuracy of contact information.
As a result, a survey was completed in FY2004 that, for the first time, creates a statistically valid report of
general aviation activity that members of the GA community agree on. The next step is to create the
baseline and work with the GA community on a reasonable target for the rate.

Completeness

NTSB and FAA's Office of Accident Investigation meet regularly to validate information on the number of
accidents. Results are considered preliminary. NTSB continues to review accident results from FY 2004 and
FY 2005.

Numbers are final when the NTSB releases its report each March. So for March 2006, FY2004 accident
numbers will be finalized. However, the number is not likely to significantly change from the end of each
fiscal year to when the rate is finalized.

Reliability

FAA uses performance data extensively for program management and personnel evaluation and
accountability. Most accident investigations are a joint undertaking. NTSB has the statutory responsibility,
but, in fact, most of the accident investigations related to general aviation are conducted by FAA Aviation
Safety Inspectors without NTSB direct involvement. FAA's own accident investigators and other FAA
employees participate in all accident investigations led by NTSB investigators.



SAFETY
Runway Incursions

Federal Aviation
Administration

FY 2006 Performance Target

“Reduce the rate of Category A and B (most serious) runway incursions at towered airports to 0.551 per
miflion operations.”

Flight Plan Objective and Performance Target
Objective 3: Reduce the risk of runway incursions.

By 2010, reduce the rate of Category A and B (most serious) runway incursions to a

Performance Target: rate of no more than 0.450 per million operations.

FY 2002 FY 2003 FY 2004 FY 2005* FY 2006
Target 53 44 40 36/0.557 0.551
Actual 37 32 28 29/0.460

* Target and result for FY 2005 were number of incursions, but rate was also reported.
For FY 2006 and beyond, target will be a rate. Number of errors will be reported as
part of the result for these years.

Definition of Measure
Unit of Measure: Rate of Category A & B (most serious) runway incursions per million operations.

The total number of Category A and B runway incursions is divided by the sum of

Computation: the number operations divided by 1 million.

Number of A &B Incursions
(Operations Count/1,000,000)

Formula:

Scope of Measure: A runway incursion is any occurrence at an airport involving an aircraft, vehicle,
person, or object on the ground that creates a collision hazard or results in a loss of
separation between aircraft taking off, intending to take off, landing, or attending to
land at an airport. They are grouped in three general categories: operational errors,
surface pilot deviations, and vehicle/pedestrian deviations. Runway incursions are
reported and tracked at airports that have an operational air traffic control tower.
“Operations” are total takeoffs and landings.

The FAA tracks four categories of runway incursions - A, B, C, D - but includes only
those with the highest risk of collision, Category A and B incursions, in the measure.

= Category A: Separation decreases to the point that participants take extreme
action to narrowly avoid a collision, or the event results in a collision.

= Category B: Separation decreases, and there is a significant potential for a
collision.

= Category C: Separation decreases, but there is ample time and distance to
avoid a collision.

= Category D: There is little or no chance of collision, but the definition of a
runway incursion is met.

In FY2002 FAA changed the focus of measurement for runway incursions from all
incursions to those incursions with measurable risk of collision, Categories A and B.
Since Category C and D incursions were not likely to lead to an accident or a
significant risk of an accident, their inclusion in the previous total tended to mask
true safety risk. The new measure reflects the focus of FAA’'s runway safety effort
to reduce the rate of the incursions with demonstrable risk.



Why the FAA Chooses this Measure

Runway incursions create dangerous situations that can lead to serious accidents. Reducing the number of
runway incursions lessens the probability of accidents that potentially involve fatalities, injuries and
significant property damage.

Source of the Data

Air traffic controllers and pilots are the primary source of runway incursion reports. The data is recorded in
the FAA National Incident Monitoring System (NAIMS). Preliminary incident reports are evaluated when
received. Evaluation can take up to 90 days.

Statistical Issues
N/A

Completeness

The data is typically not finalized for 90 days following the close of the fiscal year. Surface operational
error/deviation, surface pilot deviation, and vehicle/pedestrian deviation reports are reviewed on a daily
basis to determine if the incident meets the definition of a runway incursion. Runway incursions are a
subset of the incident data collected and the completeness of the data is based on the reporting
requirements and completeness for each of the incident types.

Reliability

FAA uses performance data extensively for program management, personnel evaluation and accountability,
in prioritizing its facility evaluations and audits. The data is also used on a daily basis to track progress of
achieving performance goals. Annual runway incursion incident data are used to provide a statistical basis
for research and analysis, and outreach initiatives. The FAA verifies and validates the accuracy of the data
through reviews or preliminary and final reports. Reconciliation of the databases is conducted monthly and
anomalies are explored and resolved. In cases where major problems are identified, a request to re-submit
is issued. The FAA conducts annual reviews of reported data and compares the data with data reported
from previous years.



SAFETY
Commercial Space Launch Accidents

Federal Aviation
Administration

FY 2006 Performance Target

“Prevent fatalities, serious injuries, or significant property damage to the uninvolved public during licensed
space launch and reentry activities.”

Flight Plan Objective and Performance Target
Objective 4: Ensure the safety of commercial space launches.

No fatalities, serious injuries, or significant property damage to the uninvolved

Performance Target: public during licensed space launch and reentry activities.

FY 2002 FY 2003 FY 2004 FY 2005 FY 2006
Target N/A N/A 0 0 0
Actual N/A N/A 0 0

Definition of Measure

Unit of Measure: Number of accidents resulting in fatalities, injuries or significant property damage.

Computation: A numerical count of the number of accident occurrences.

Formula: N/A

Scope of Measure: This measure focuses only on commercial space launch or reentry activities licensed
and monitored by the FAA. “Significant” property damage is defined as $25,000 or
greater.

Why the FAA Chooses this Measure

Protecting the public during launch operations is a FAA safety mission objective. Commercial space
transportation is the means by which payloads such as satellites and remote sensing devices are carried to
orbit; these payloads have tremendous benefit to our society. Commercial space launch or reentry
accidents can potentially have major catastrophic consequences, involving large losses of life and property.
The uninvolved public expects to be protected from the potential dangers and hazards associated with
commercial space launch and reentry activities. There has not been a single commercial space launch
accident since the first DOT licensed launch took place in 1989, and DOT is working to keep this safety
record perfect.

Source of the Data

Associate Administrator for Commercial Space Transportation (AST). Specifically, AST monitors all licensed
launch operations and maintains documented reports of each licensed event. These reports, which include
all relevant details pertaining to the outcome of the licensed launch or reentry operation including the
occurrence of any public fatalities, injuries or property damage are generated by AST’s assigned field
inspectors and duty officers for a given launch event. AST will utilize other sources of data such as the
launch vehicle operator, and federal, local and state government officials.

Statistical Issues
N/A

Completeness

AST’s Licensing and Safety Division maintains and verifies reports that an accident resulting from a licensed
launch operation has occurred and supports coordination with other federal agencies which may include the
National Transportation Safety Board (NTSB) and the military on any subsequent investigations.
Reliability

If an accident occurs, the FAA and the NTSB will complete official reports fully documenting circumstances
associated with the event.



SAFETY
Operational Errors

Federal Aviation
Administration

FY 2006 Performance Target

“Reduce the rate of Category A and B (most serious) operational errors to no more than 4.27 per miflion
activities.”

Flight Plan Objective and Performance Target
Objective 5: Enhance the safety of FAA’s air traffic systems.

By 2010, reduce Category A and B (most serious) operational errors to a rate of no

Performance Target: more than 3.18 per million activities.

FY 2002 FY 2003 FY 2004 FY 2005 FY 2006
Target N/A 642 629 637/3.92 4.27
Actual* 660 679 638 681/4.27

* Results for FY 2002 — 2005 are revised from preliminary estimates.
# Target and result for FY 2005 were number of errors, but rate was also reported.
For FY 2006 and beyond, target will be a rate. Number of errors will also be reported.

Definition of Measure
Unit of Measure: Rate of category A & B (most serious) operational errors per million operations.

The total number of Category A & B operational errors is divided by the sum of the

Computation: number of activities divided by 1,000,0000.

Number of A & B Errors
(Operations Count/1,000,000)

Formula:

Scope of Measure: An operational error is a violation of separation standards that define minimum safe
distances between aircraft, between aircraft and other physical structures, and
between aircraft and otherwise restricted airspace.

The severity of an operational error is determined by a point value established by
the severity index. The severity index determines, for operational errors that occur
in-flight, the gravity or degree of the violation of the separation standard.
Categories within the severity index are determined by the sum of assigned values
for vertical and lateral distances, closure rates, and flight paths. There are four
categories of severity: Low (Category D), Moderate-Controlled (Category C),
Moderate-Uncontrolled (Category B), and High (Category A). The level of air traffic
control determines whether a specific flight is classified as Category B or C.

= Category A: Point values sum 90 points or higher.

= Category B: Point values sum 40 — 89 points, and the ATC control factor is
uncontrolled.

= Category C: Point values sum 40 — 89 points, and the ATC control factor is
controlled.

= Category D: Point values sum to 39 points or less.

Several procedures have been used to measure operational errors in the past.
Before FY 2002, a straight count of all operational errors was used. This measure
did not offer any differentiation between a technical violation and more severe
operational errors. In FY 2002, only those operational errors with less than 80%
separation were used as a control measure, with the presumption that this level of
separation measured those operational errors with some degree of risk. Beginning
in FY 2003, the focus was changed to measure those operational errors considered
the most severe operational errors — those categorized as A or B.
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Why the FAA Chooses this Measure

Separation is one of the fundamental principles of aviation safety — the need to maintain a safe distance
from other aircraft, terrain, obstructions, and certain airspace not designated for routine air travel.

Source of the Data

FAA air traffic facilities have a software program called Operational Error Detection Patch (OEDP) that
detects possible operational errors and sends alert messages to supervisory personnel. Facility
management reviews OEDP alerts and data provided from the National Track Analysis Program (NTAP) to
determine if an operational error has occurred. Controllers are required to report operational errors. The
information is summarized in the FAA Air Traffic Operational Error and Deviation Database.

Statistical Issues
N/A

Completeness

The data is typically not finalized for 90 days following the close of the fiscal year. The FAA's Air Traffic
Order 7210.56 requires all facilities to submit operational error reports within 3 hours of the event. FAA has
implemented procedures that require facilities to conduct random audits of radar data to identify potential
unreported operational errors. FAA Headquarters also conducts random audits of selected facilities based
on the identification of unreported events. Facility management and personnel are subject to punitive
action for non-compliance in reporting operational errors.

Reliability

FAA uses performance data extensively for program management, personnel evaluation and accountability,
in prioritizing its facility evaluations and audits. The data is also used on a daily basis to track progress of
achieving performance goals. Annual operational error incident data are used to provide a statistical basis
for research and analysis. The FAA verifies and validates the accuracy of the data through reviews or
preliminary and final reports. Reconciliation of the databases is conducted monthly and anomalies are
explored and resolved. In cases where major problems are identified, a request to re-submit is issued. The
FAA conducts annual reviews of reported data and compares the data with data reported from previous
years.

11



SAFETY
Safety Risk Management

Federal Aviation
Administration

FY 2006 Performance Target

“Apply safety risk management to at least 3 significant changes in the National Airspace System (NAS).”
Flight Plan Objective and Performance Target

Objective 5: Enhance the Safety of FAA's air traffic systems.

By 2010, apply Safety Risk Management (SRM) to at least 22 significant changes in

Performance Target: the NAS.

FY 2002 FY 2003 FY 2004 FY 2005 FY 2006
Target N/A N/A N/A 3 3
Actual N/A N/A N/A 3

Definition of Measure

The number of significant changes to the NAS in which the SRM process has been

Unit of Measure: .
applied.

As a metric, the FAA will count the number of Safety Risk Management Documents

Computation: (SRMDs), or safety cases, approved.

Formula: N/A

Scope of Measure: In FY 2004, the FAA developed the FAA SMS Manual. This manual describes the
requirements for the various components/functions of the SMS, including safety risk
management. The application of safety risk management will be measured against
these requirements.

Since these are new requirements, training is necessary to allow the operational
service units in the Air Traffic Organization (ATO) to meet them. The ATO will track
who attends SMS and safety risk management training. In addition, the ATO Safety
Service will measure/track the application of the safety risk management through
reviewing data on changes to the NAS, identifying which are safety-significant, and
auditing the application of safety risk management to those changes that are safety
significant.

Why the FAA Chooses this Measure

Safety risk management is a systematic, explicit, and comprehensive approach for managing safety risk at
all levels and throughout the entire scope of an operation and lifecycle of a system. It requires the
disciplined assessment and management of safety risk. The safety risk management process ensures that
safety-related changes are documented; risk is assessed and analyzed; unacceptable risk is mitigated;
hazards are identified and tracked to resolution; the effectiveness of the risk mitigation strategies is
assessed; and the performance of the change is monitored throughout its lifecycle. Applying safety risk
management prior to implementing changes to the NAS will ensure that unacceptable risk is not introduced.
It will also improve the documentation of the processes used to ensure the safety of the NAS.

The ATO will also track who attends SMS and safety risk management training. While this measure is not
part of the Flight Plan SRM Performance target, the number of employees trained has a direct impact on the
application of SRM to safety-significant changes. Personnel must be trained in SRM before they can be
expected to complete the safety analysis required for SRM. The ATO Safety Service is working with the ATO
Workforce Planning Directorate to track training attendance for both the SMS Overview course and the
safety risk management. In addition, the Safety Service will measure and track the application of the SRM
by reviewing data on changes to the NAS, identifying which are safety-significant, and auditing the
application of safety risk management to those changes that are safety significant.
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The SRM is a new requirement. While FAA organizations regularly apply processes to assure the safety of
the NAS, these processes are not specifically included in SRM as described in the FAA SMS Manual. Given
the FAA’s decades long safety record, which has ensured that the NAS is among the safest airspace system
in the world, SRM will build upon these existing processes. The targets were developed based on lessons
learned from international service providers, as well as from similar organization-wide implementations in
the FAA

Source of the Data

The ATO Safety Service is working with ATO operational service units to compile a repository of hazards
associated with changes to the NAS in a database known as the FAA Hazard Tracking System. In addition,
WebCM is being updated to require SRM on all NAS Change Proposals. This data will then be used to audit
the application of safety risk management.

Statistical Issues
N/A

Completeness

Each ATO Service Unit is responsible for ensuring that safety analyses are documented, complete and
accurate.

Reliability

ATO-S will approve certain SRMDs and will check for Service Unit compliance with SRM via an audit process
that is currently in development.

13



CAPACITY
Average Daily Airport Capacity (35 OEP Airports)

Federal Aviation
Administration

FY 2006 Performance Target

“Increase the average daily arrival plus departure called rates at the 35 Operational Evolution Plan (OEP)
airports to 101,191.”

Flight Plan Objective and Performance Target
Objective 1: Increase capacity to meet projected demand.

Achieve an average daily airport capacity of 104,338 arrivals and departures per day

Performance Target: by FY 2008 and maintain through FY 2010 at the 35 OEP airports.

FY 2002  FY 2003 FY 2004 FY 2005 FY 2006
Target N/A N/A N/A 99,892 101,191
Actual 99,538 98,488 100,041 101,463

Definition of Measure

Unit of Measure: Average of daily arrival and departure rates.

Computation: Average Daily Airport Capacity is the sum of the daily hourly-called arrival and
departure rates at the relevant airports per month, divided by the number of days in
the month. The annual capacity level is the weighted sum of the monthly capacity

levels.
Formula: Monthly Avg Daily Airport Capacity = Daily Hourly Called AI’I’IV?J & Departure Rates
Number of Days in the Month
Scope of Measure: Only the 35 airports in the OEP are included in this measure. Each airport facility

determines the number of arrivals and departures it can handle for each hour of
each day, depending on conditions, including weather. These numbers are the
called arrival and departure rates of the airport for that hour. Data are summed for
daily, monthly, and annual totals.

Why the FAA Chooses this Measure

Growth in air travel has generally been accomplished by increasing the number of flights. Measuring the
growth of airport capacity indicates the limit at which increased service can be accommodated without
affecting delay.

Source of the Data

The Aviation System Performance Metrics (ASPM) database, maintained by the FAA’s Office of Aviation
Policy and Plans, provides the data for this metric. By agreement with the FAA, ASPM flight data is filed by
certain major air carriers for all flights to and from most large and medium hubs, and is supplemented by
flight records contained in the Enhanced Traffic Management System (ETMS) and flight movement times
provided by Aeronautical Radio, Inc. (ARINC). Also included within ASPM are arrival and departure rates
provided by the individual facilities.

Statistical Issues

N/A

Completeness

Fiscal year data is finalized approximately 90 days after the close of the fiscal year.

Reliability

The reliability of ASPM is verified on a daily basis by the execution of a number of audit checks, comparison
to other published data metrics, and through the use of ASPM by over 1500 registered users.
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CAPACITY
Annual Service Volume

Federal Aviation
Administration

FY 2006 Performance Target

“Increase the Annual Service Volume (AVS) of the 35 OEP airports by at least 1%, measured as a five year
moving average. Commission four new runway projects.”

Flight Plan Objective and Performance Target
Objective 1: Increase airport capacity to meet projected demand.

Performance Target:  Commission as many as eight new runway projects, increasing the annual service
volume of the 35 OEP airports by at least 1 percent annually, measured as a five-
year moving average, through FY 2010.

FY 2002 FY 2003 FY 2004 FY 2005 FY 2006

1% 1% 1%
Target N/A N/A 2 runways O runways 4 runways
0.28% 0.67% 1.07% 1.01%
Actual

1runway 3 runways 2 runways O runways

Definition of Measure

Average number of aircraft operations that can reasonably be expected to occur in
a year. Total of runway projects commissioned during the current fiscal year.

Computation: This measure is a 5-year moving average. The 1998 ASV is the base year. ASV is
calculated using the Runway Delay Simulation Model (RDSIM). Delay curves are
developed for each of the 35 OEP airports for the existing airport layout and with
new runways where proposed. A consistent calculation technique to estimate
capacity used for all airports, based on demand schedules and fleet mixes,
supplemented with flight counts and standard air traffic control procedures for
each airport. For those airports where new runways are to be commissioned, the
ASV can be estimated any time in the year that the runway will be opened.

Formula: N/A

Scope of Measure: This measure estimates the benefit, in terms of additional aircraft operations, from
runway construction projects. A runway construction project includes new
runways, runway extensions, and airfield reconfigurations. Aircraft operations
include air carrier, commuter, air taxi, general aviation, and military aircraft. Only
the 35 OEP airports are included in this measure.

Why the FAA Chooses this Measure

Unit of Measure:

The ASV measure is intended to estimate and track the increase in airport capacity at airports. This
measure is calculated as a five year moving average. It is calculated in this way to smooth out peaks and
valleys associated with yearly variability in new runway openings. The 1998 ASV is the base year. There
were no new runways opened in FY 1999, and one new runway in each of the fiscal years 2000, 2001, and
2002, which added 0.78% to the overall capacity total of those years. The FAA did not begin reporting on
the increase until FY 2004. The moving average from FY 1998 through FY 2002 was an increase of
0.28%. In 2003, three new runways opened adding 2.51% more capacity resulting in a five year moving
average of 0.67%. Two additional runways were opened in FY 2004, adding an additional 1.91% to the
Nation’s total and resulting in a five year moving average of 1.07%. 4 runways will open in FY 2006,
adding 3.27% more capacity and resulting in a 5-year moving average of 1.67%.

Source of the Data

Demand schedules and fleet mixes are developed from recent Official Airline Guide (OAG) information
Flight counts are obtained from airport traffic control tower logs. In addition, standard air traffic control
procedures are used for each airport.
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Statistical Issues

This measure is derived from model estimates that are subject to errors in model specification.

Completeness

The NAS Advanced Concept Branch (ACT-540) continues to provide technical support to develop a
consistent method of calculating the individual airport ASV through the Office of System Capacity at the
FAA Technical Center, Atlantic City, NJ.

Reliability

Recalculations of the original ASV studies have not been necessary. Once developed, the delay curves
remain accurate unless a major change in fleet mix or operational characteristics occurs at an airport.
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CAPACITY
Adjusted Operational Availability

Federal Aviation
Administration

FY 2006 Performance Target

“Sustain adjusted operational availability at 99.5% for the reportable facilities that support the 35 OEP
airports.”

Flight Plan Objective and Performance Target
Objective 1: Increase capacity to meet projected demand.

Sustain adjusted operational availability at 99.5% for the reportable facilities that

Performance Target: support the 35 OEP airports through FY 2010.

FY 2002  FY 2003 FY 2004 FY 2005 FY 2006
Target N/A N/A 99% 99% 99.5%
Actual* 99.83% 99.74% 99.72% 99.76%

* Measure redefined in FY 2005 to exclude outages due to scheduled
improvements. Results for FY 2002 — FY 2004 have been recalculated.

Definition of Measure

Unit of Measure: Ratio of total available hours minus outage time to total available hours.

Computation: Adjusted Operational Availability (OAap;) is calculated by dividing the maximum
facility/service hours minus all outage time except for improvements (cause code 62
outages) by the total maximum facility/service hours, and multiplying by 100 to
express the ratio as a percentage.

_ Total Available Hours - (Total Outage Time - Code 62 Outage Time)
Total Available Hours

Formula: OAADJ =100

Scope of Measure: The National Airspace Performance Reporting System (NAPRS) facilities necessary to
maintain the provision of service in the NAS overall have been determined and are
monitored. For this measure, those NAPRS reportable facilities necessary for the
provision of service at the 35 OEP airports have been separately measured. Time
out of service is adjusted to exclude hours when equipment is unavailable due to
scheduled improvement (cause code 62) down time.

Why the FAA Chooses this Measure

The availability of the equipment necessary to provide service directly affects the performance of the NAS.
Loss of radar or communications equipment will affect the speed and number of aircraft that can be handled
where that loss occurs. The ability of the NAS to continually provide guidance is crucial, and affects both
safety and capacity. The adoption of this metric has the additional advantage of linking three capacity
measures. On-Time NAS Arrivals are affected by the airport and en-route capacity, which are directly
impacted by the availability of the equipment and facilities supporting that capacity.

Source of the Data

The National Airspace System Performance Analysis System (NASPAS). NASPAS was developed to analyze
outages of the Air Traffic Control Facilities in the NAS maintained by the FAA. NASPAS receives monthly
updates of outage data from the National Outage Database (NODB). The Maintenance Management System
(MMS) contains individual equipment outage data as recorded by the system specialist.

Statistical Issues
N/A

Completeness

The FAA’s Quality Assurance and Performance Team, under ATO-W, conducts a monthly review of all Log
Interrupt Reports (LIRs) that are entered into the MMS to ensure that the data which resides in the NODB is
as complete and accurate as possible.
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Reliability

The National Airspace System Performance Analysis System is the official source of equipment and service
performance data for the Federal Aviation Administration.
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CAPACITY
Average Daily Airport Capacity (8 Metro Areas)

Federal Aviation
Administration

FY 2006 Performance Target

“Increase the average dally arrival plus departure called rates at the ejght major metropolitan areas to
68,750.”

Flight Plan Objective and Performance Target

Increase or improve aviation capacity in the eight major metropolitan areas and
corridors that most affect total system delay.

Achieve an average daily airport capacity for the eight major metropolitan areas of
68,750 arrivals and departures per day by FY 2010.

Objective 2:

Performance Target:

FY 2002 FY 2003 FY 2004 FY 2005 FY 2006
Target N/A N/A 21,290 43,080 68,750
Actual* 21,101 21,147 21,233 44,324

* Measure redefined in FY05 to include departures as well as arrivals. Results for
FY 2002 — FY 2004 are for original measure. Different airports included in measure
starting in FY 2006. New increased target reflects this change.

Definition of Measure

Unit of Measure: Average of daily arrival and departure rates.

Computation: Average Daily Airport Capacity is the sum of the daily hourly-called arrival and
departure rates at the relevant airports per month, divided by the number of days in
the month. The annual capacity level is the weighted sum of the monthly capacity

levels.
Formula: Monthly Avg Daily Airport Capacity = Daily Hourly Called AI’I‘IV§| & Departure Rates
Number of Days in the Month
Scope of Measure: For FY 2006, only the airports in these eight areas are included in this measure:

New York, Philadelphia, South Central Florida, Chicago, Washington/Baltimore,
Atlanta, the Los Angeles Basin, and the San Francisco Bay Area. Each airport facility
determines the number of arrivals and departures it can handle for each hour of
each day, depending on conditions, including weather. These numbers are the
called arrival and departure rates of the airport for that hour. Data are summed for
daily, monthly, and annual totals.

Why the FAA Chooses this Measure

Growth in air travel has generally been accomplished by increasing the number of flights. Measuring the
growth of airport capacity indicates the limit at which increased service can be accommodated without
affecting delay. The selected eight metropolitan areas contain both the most congested airspace and the
airports with the greatest constraints on airport expansion. Airport improvements, measured by increases in
capacity at these airports, are likely to contribute the most to reduce the causes of system delay.

Source of the Data

The Aviation System Performance Metrics (ASPM) database, maintained by the FAA’s Office of Aviation
Policy and Plans, provides the data for this metric. By agreement with the FAA, ASPM flight data is filed by
certain major air carriers for all flights to and from most large and medium hubs, and is supplemented by
flight records contained in the Enhanced Traffic Management System (ETMS) and flight movement times
provided by Aeronautical Radio, Inc. (ARINC). Also included within ASPM are arrival and departure rates
provided by the individual facilities.

Statistical Issues

Data for several of the smaller metropolitan area airports is currently unavailable. Estimates for these are
used until all of the airports are included in ASPM.
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Completeness
Fiscal year data is finalized approximately 90 days after the close of the fiscal year.

Reliability
The reliability of ASPM is verified on a daily basis by the execution of a number of audit checks, comparison
to other published data metrics, and through the use of ASPM by over 1500 registered users.
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CAPACITY
NAS On-Time Arrivals

Federal Aviation
Administration

FY 2006 Performance Target

“Achieve a NAS On-Time Arrival percentage of 87.4% for all flights arriving at the 35 Operational Evolution
Plan (OEP) airports, where on-time fs equal to no more than fifteen minutes late.”

Flight Plan Objective and Performance Target
Objective 3: Increase on-time performance of scheduled carriers

Through FY 2010, maintain an 87.4% on-time arrival for all flights arriving at the 35

Performance Target: OEP airports, no more than 15 minutes late due to NAS-related delays.

FY 2002 FY2003 FY2004 FY2005 FY 2006
Target*  77.20% 78.20% 82.10% 8